A

nnnnnnnn

STATE PARKS

CHAPTER (V. TRAIL ACCESS
AND LINEAR CORRIDOR ALTERNATIVES

Maintaining and increasing the state’s trail supply
and diversity is important to Montanans, and will
require creative thinking about the nature of trails
and trail access. While support for good trails
and trail access is strong, total trail miles in the
state have declined significantly since World War
II. Access to existing trails and public lands has
also decreased, while recreational use of public
land has expanded dramatically. Increasing trail
supply and access is not merely a function of trail
construction, but a complex and dynamic social,
political, legal, and administrative process which
requires the involvement of a variety of manag-
ing agencies, political entities, special interest
groups, and individuals.

In addition to access issues, this chapter discusses
linear land ownership and historical use corridors
with trail potential, including railroads and
abandoned rail lines, utility and irrigation ease-
ments, and a variety of historical Native Ameri-
can and Euro-American routes, some of which
are already part of a designated National Trails
System. The intent in this section is not necessar-
ily to advocate that particular routes or types of
routes be used for trails—in fact, some of these
options present difficult challenges—but rather to
inform readers of the broad range of trail and
access possibilities.

Access To Trails and
Public Lund

Access to trails and public land is one of the most
significant public lands issues of the decade, and
is likely to increase in importance as recreational
use of public land increases. A report by the
Federal General Accounting Office in 1992 found
that over 50 million acres—fourteen percent of
the total Forest Service and BLM land base—had
inadequate access, with 12 million additional
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acres difficult to reach (General Accounting
Office 1993). Another 5.4 million acres of the
public domain located in the eleven Western
states were completely closed off by surrounding
private land.

Increasing and sustaining access across private
land to public land is among the most important
outdoor recreation issues facing Montanans
(Brittan and Brittan 1989). As far back as 1976,
a study for the forty-fifth legislative session of
Montana concluded that access problems were
increasing in the state, caused mainly by chang-
ing land ownership patterns. Since then, there
has been a steady increase in both recreational
use of public land and loss of traditional ac-
cesses.

Increased recreational use of public land in the
1970s pressured federal agencies to consider
ways of securing and increasing access. Both the
Forest Service and BLM—often working with
state and local governments, special interest
groups, and private land owners—have docu-
mented, signed, and acquired numerous accesses
since the 1970s, although usually on a case-by-
case basis. State agencies in the West have also
addressed the access problem, although once
again typically in a non-comprehensive, case-by-
case, basis.

The Board of County Commissioners of the 56
counties in Montana is charged with opening,
maintaining, discontinuing, abandoning, and
recording roads (Montana Code Annotated 1997).
However, a lack of documentation and a willing-
ness to abandon roads by counties—as well as
inconsistent policies and disagreement on access
to public land by various levels of government—
contribute to the growing access problem. The
role of various levels of government in the
complex legal arena of public access is discussed
below.
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Federal, Dol Legiolution
WA VA

Although federal land managing agencies have
long had the authority to acquire access to public
land by purchase, exchange, donation, eminent
domain, or litigation, these agencies have only
recently become more active in securing and
increasing public access. The Uniform Reloca-
tion Assistance and Real Property Acquisition
Policies Act of 1970 sets forth requirements on
how the Forest Service deals with private land-
owners in acquiring property, while the 1974
Resources Planning Act (RPA)—as well as more
recent policy decisions—requires the Forest
Service to provide for access needs in land plans
(BYU Journal of Public Law 1994). The BLM
has similar authority and policies.

An important legal tool in this process is an 1866
federal law known as R.S. 2477, which granted a
“right-of-way for the construction of highways
over public lands.” Originally intended to
preserve access to public lands over public
domain land that was passing to private hands
through the Homestead Act or other mechanisms,
the statute is often claimed as a means of obtain-
ing motorized use across public land (BYU
Journal of Public Law 1994). The current Forest
Service direction for addressing R.S. 2477 claims
on Forest Service land is to not recognize these
assertions unless there is an emergency need
(USFS 2000).

Significantly, R.S. 2477 can also be utilized to
secure public access across private land when
existence of an historical public road can be
proven. Although repealed by the Federal Land
Policy and Management Act of 1976, federal,
state, and county governments can continue to
claim right-of-way where the easement had been
created before the statute.

The Forest Service and the Bureau of Land
Management first resorted to litigation to protect
public access in the early 1990s. In Garfield
County V. WHI, Inc. (1993), the federal govern-
ment first gained standing to sue on the public’s
behalf for access by prescription or by an implied
grant under R.S. 2477 (10th Circuit 1993). A

legal theory known as Public Trust Doctrine,
although originally used to exert a public right in
navigable waterways, was used by the court in
exerting a federal interest in access to public
land. The Garfield County case supersedes state
statutes limiting prescriptive easements, thereby
allowing for historical public easements to be
proven, even if the access has been closed for
years.

Public Rosds snd Rishtr—of-
Ways

Unofficial roads and trails across private land are
an important element in accessing public land
throughout the state. Many access roads which
are not part of the regularly maintained county
road network have been or are in danger of
closure. Although used by the public, many
informal roads are not well documented or listed
in the county plat books, making the existence of
public right-of-ways problematic.

Roads that are petitioned county roads—even
those that have not been maintained—can not be
closed by the landowner. The landowner’s
remedy in such a dispute is to formally petition
the Board of County Commissioners to close the
road. During the 1999 Legislative Session, the
Montana Legislature passed HB 352 (amending
MCA 7-14-2615) to include the provision that the
County Board of Commissioners may not
abandon a county road or public right-of-way that
accesses public land unless another public right-
of-way provides substantially the same access.

Ultimately, the determination of what constitutes
a county road, public right-of-way, or a prescrip-
tive easement is a very fact-specific inquiry.
There is typically no single rule, statute, or case
that determines the issue one way or another.

In many cases, the public enjoys access to public
land out of the goodwill of adjacent public
landowners; that doesn’t mean that there is any
legal public access. Land managers need to
research and evaluate all access corridors to
determine the legal status of the access. In the
event that no easement or access agreement
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exists, land managers should first begin working
cooperatively with the landowner to formally
secure permanent access.

Until counties formalize ownership of roads and
trails not already included in the county records,
many roads and unofficial trails commonly used
by the public are subject to closure by the land-
owner. Once a road is physically closed by
private landowners, it often takes expensive
negotiations, litigation, purchase, or condemna-
tion to restore the access.

St bt Tl

Changing land ownership and land use patterns,
often the result of changing economics, increased
population, and associated demand for high-
amenity residential and recreational rural land,
are altering traditional recreational use of private
land throughout the state (Copeland 1997). This
includes corporate timber land, land on the
outskirts of urban areas undergoing a transition
from agriculture to suburban and urban, and
formerly abandoned land in urban areas tradition-
ally used for transportation, mining, industry or
by the military. The more significant of these
land ownership and land use patterns are dis-
cussed below.

Corporate Tinder Lands

Forest industry firms own over 1.6 million acres
in Montana, much of which has been used
historically by the public for recreation, including
for trails and access to trails. This land owner-
ship pattern resulted primarily from a federal land
grant to the Northern Pacific Railroad in 1864,
including 14,740,000 acres in Montana, sixteen
percent of the state’s total land area (Root 1987,
Peters and Johnson, 1959). This land grant
generally consisted of sections (one square mile)
on either side of the railroad line in a checker-
board pattern, with twenty alternate sections on
either side of the right-of-way per mile in Mon-
tana. Where settlement had already occurred, the
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railroads were often granted nearby public
domain land. The Great Northern Railroad also
obtained hundreds of thousands of acres of
timberland in the West, including Montana, in
lieu of land already settled in Minnesota. As a
result of these land grants, hundreds of thousands
of acres of corporate timberland is interspersed
with public land, often in a checkerboard pattern,
throughout Western Montana.

Over time, these land grants were broken up
through sales and evolution of corporate entities.
For example, approximately one million acres of
land grant land in Montana was purchased by the
Amalgamated Copper Company in 1907, with
over 650,000 acres of this later purchased by
Champion International in 1972, part of a larger
holding. In 1993, 867,000 acres of Champion’s
land in Montana was sold to Plum Creek Timber
Company. Additionally, Big Sky Lumber owned
over 165,000 acres of timberland in the Gallatin
National Forest by the mid-1990s, mostly in a
checkerboard pattern.

As timber resources are depleted and corporate
timberland becomes more valuable broken up
into residential parcels, many historical trails and
access to trails are in danger of being lost. For
example, Plum Creek officials recently an-
nounced plans to sell up to 150,000 acres of land
in northwestern Montana for residential develop-
ment, much of which has been used historically
by the public for recreation. Thousands of acres
of former Big Sky Lumber land in Southwestern
Montana is also slated for residential develop-
ment.

Although sales of corporate timberland are
threatening to close land used recreationally and
for access, a more positive aspect of this trend is
the opportunity for the public to acquire more
land or access. Land trades intended to consoli-
date checkerboard ownership patterns can
sometimes threaten trails and access on the traded
public land, but they can also improve access
opportunities. For example, the proposed
Gallatin land consolidation between the Forest
service and Big Sky Lumber Inc. would trade
54,000 acres of Big Sky Lumber property for
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28,000 acres of Forest Service land, and in the
process create twelve new accesses, close eleven,
and secure title to 21 historic accesses (USFS
1997).

Now=S$ Unbas Trss

Urban areas often contain a network of unofficial
trails used for recreation and alternative transpor-
tation, utilizing old industrial, transportation, or
mining areas, as well as land in the transition
from more traditional agricultural use to residen-
tial or commercial uses. As the population grows
and expands into fringe or rural areas, this
traditional network of trails is threatened. Tradi-
tional footpaths are generally encroached on by
landowners as the value of the land and the
intensity of the land use increases (Millward
1996). Often, trail users do not realize the land is
not public until orange fenceposts or survey
stakes appear.

Public land used for segments of these unofficial
trails includes parks, cemeteries, and road right-
of-ways. As user conflicts increase and liability
questions arise, management decisions often
disrupt use. If the trails are identified before
change occurs, preservation can often be
achieved with participation by local government,
local trail organizations, concerned citizens, and
recreation and park organizations.

! [ i c [J ‘
When many Montanans think about trails, they
tend to consider the kinds of traditional trails that
have been used in the state for hundreds of
years—winding, forested paths through the
mountains, for example. While these kinds of
stereotypical routes have been and will continue
to be at the core of the Montana trail experience,
there are other types of routes that fit the defini-

tion of trail that need to be considered. Important
historical routes such as Native American travel

corridors or the Lewis and Clark journey, for
example, might be defined as “trails,” even
though they are not continuous public corridors.
Additionally, there has been growing interest in
using transportation and utility corridors for
trails, rail trails being the most notable example.
Finally, it is worth noting that a number of the
country’s most significant long-distance routes
are already part of a federally-designated system,
the National Scenic, Historic, and Recreational
Trail system, one of the best know representa-
tives being the Continental Divide Trail which
passes through western Montana.

il i It

Mostasa's Rail Syitem

Currently, Montana is served by seven railroads
with over 3,400 miles of track (Montana Depart-
ment of Transportation 1993—see Figure IV-1).
Between 1979 and 1992, over 1,370 miles of
railroad line were abandoned, while a number of
short lines were abandoned earlier in the century.
The largest railroad abandonment in Montana
occurred in 1980 when the Milwaukee Road
abandoned 1066 miles of line in the state, with
only 215 miles purchased by other railroads, for a
loss of 851 miles of railroad line. Other aban-
doned lines include a number of Burlington
Northern branch lines and spurs totaling over 490
miles from 1979 to 1992, and the 22 mile White
Sulphur Springs and Yellowstone Park line in
1980. The majority of abandoned railroad miles
in Montana are already in private hands, since
ownership reverted to adjacent landowners upon
abandonment.

Historically, railroad abandonment has resulted in
the railroad line being replaced by roads, or the
linear land ownership pattern being broken up as
the right of way reverts to adjacent landowners.
Converting rail lines, which reverted back to
private landownership into rail-trails, is generally
impractical and cost-prohibitive, often requiring
obtaining land or easements from a number of
landowners. However, due to the significant
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In the Montana State Trails Plan,
pages 117 through 118 contain map
figures. Due to a constantly changing
trail system, most of these maps are
already outdated. The maps are
intended to be general representations
only and are not be be used as trail
guides.

Map Index:

Fig V-1
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historical and scenic nature of some of these
abandoned lines, they are discussed below. The
potential for creating rail trails from remnant
segments still exists in some cases, especially in
urban areas or where ownership reverted to
public entities. Existing rail lines that are unused
or used only occasionally offer better opportuni-
ties for longer trails.

Although total rail mileage had been decreasing
in the U.S. for decades, it was not until the
demand for urban trails increased dramatically in
the late 1970s that preserving railroad easements
for trails gained widespread support. In 1983
Congress enacted an amendment to the National
Trails System Act, directing the Surface Trans-
portation Board to allow railroad lines that were
undergoing abandonment to be “railbanked,”
which prevents the rail line from fragmentation
(Rails to Trails Conservancy 1997). A request for
railbanking, by a public agency or qualified
private organization, prevents reversion to
adjacent landowners, as well as prohibits the
railroad company from selling off property or
trail-related structures for 180 days, giving
potential trail managing agencies time to pur-
chase the rail line.
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Mostava's Rail Traily

Rail trails have become one of the most rapidly
growing land acquisition movements in Ameri-
can history. When the Rail-To-Trails Conser-
vancy formed in 1986, their staff knew of only 75
existing rail-trails, with 90 projects in the works.
By 1997 there were nearly 900 railtrails com-
pleted, totaling nearly 10,000 miles of trail, with
over 1,000 projects planned. One of the longest
rail trails in the country is the 145 mile Milwau-
kee Road Corridor in Washington, created from a
segment of the Milwaukee Road mainline, while
a 400 mile trail is in the works for the San
Francisco area. Montana ranks 33rd in the nation
for the number of rail-trail projects, and 30th for
mileage, although a number of projects are
currently planned.

At least eighteen rail-to-trail routes have been
completed or are under construction in Montana,
with over 125 miles of projected trails, many of
them along the former Milwaukee Road (see
Table IV-1). The longest rail trail in the state is
the recently-opened Route of the Hiawatha, a 33
mile trail from St. Regis to the Idaho Border
through the Lolo National Forest. The majority
of this stretch reverted to the Forest Service,

Table IV-1. Rail Trails in Montana (MDT 1999)

Name Location/Management Length (miles)
Gallagator Linear Trail Bozeman 1.5
Great Northern Historical Trail Flathead County 1.25 (23 planned)
(.8 along active line)
Heights Bike Trail Billings 3.5
Kim Williams Nature Trail Missoula 2.5
Milwaukee Road Trail Missoula ?
NorPac Trail Lolo Nat. Forest 12.1
River’s Edge Trail Great Falls 7.1 (30 planned)
Spring Meadow Lake and
Centennial Park Trail Helena 2.5
Tobacco River Memorial Trail Kootenai National Forest 2
Gulch Trail Cascade County 2.4
Joliet Railway Ped/Bike Path Joliet 5
Story Mill Trail Bozeman 2 (railtrail)
Route of the Hiawatha Rail Trail Lolo National Forest 33
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although a number of easements through private
land were donated or purchased.

Although the majority of Montana’s rail trails are
located along former rail lines, two of the trails
parallel existing rail lines. Slightly less then one
mile of the Great Northern Historical Trail in
Flathead County is slated for development along
a heavily used Burlington Northern spur, while
the Story Mill Trail in Bozeman parallels an
unused Montana Rail Link spur. With appropri-
ate planning and design, creating trails along
active rail lines can be safe and offer the same
benefits as other trails (Rails-to-Trails Conser-
vancy 1997).

Montana has missed the opportunity to convert
entire abandoned lines into rail trails. However,
unused or rarely used spurs and segments of line
occur throughout the state and offer perhaps the
best potential source of rail trails outside of urban
areas. There are three branch lines in Western
Montana that deserves specific mention due to
their current use status, location, and scenic
nature. A 26 mile Montana Rail Link branch line
from Drummond to Philipsburg along the Flint
Creek Valley has been out of service since a
derailment in 1983 damaged the tracks. A 45.6
mile Montana Rail Link branch line from
Whitehall to Alder along the Jefferson Valley has
been rarely used since 1987 when a crude talc
loading facility was moved to Three Forks. The
19.5 stretch from Twin Bridges to Alder is out of
service, while the remainder of the track is
classified as a light density line and is rarely
used, with a speed limit of 25 mph; only five
carloads of grain utilized the segment in 1991.
This route passes through some of the most
scenic intermountain valleys in Southwestern
Montana, in addition to skirting a number of
outstanding historical resources.

Another currently inactive segment of the former
Milwaukee Road is an eleven mile stretch from
Whitehall to Spire Rock, owned by the Montana
Rail Link. Burlington Northern owns the short
inactive segment from Spire Rock west to Butte,
which combined with the Montana Rail Link
segment, could form an alternative transportation

route from Whitehall to Butte over the Continen-
tal Divide north of Interstate 90.

The Central Montana Rail, a non-profit corpora-
tion formed to restore service on a segment of the
old Milwaukee Road mainline in Central Mon-
tana, also acquired an 8.4 mile stretch of line
from Spring Creek Junction to Lewistown.
Currently inactive due to an unsafe wooden
trestle, this segment could be utilized as a rail
trail for Lewistown. Other inactive or rarely used
spurs and segments of rail lines occur throughout
the state, and would often make excellent recre-
ational trails and alternative transportation routes.

Utility corridors represent a source of linear land
ownership with the potential for trail develop-
ment, wildlife habitat enhancement, and other
ancillary uses. For example, the Washington &
Old Dominion Trail in Virginia is a former rail
line purchased by an electric utility. Presently, a
buried sewer line and fiber optic cables, as well
as a paved trail, share the easement. In Washing-
ton State, an abandoned railroad right-of-way
was acquired for a rail trail with financial help
from AT&T, who wanted to lay a fiber-optic
cable along the route, while in the Seattle area, a
sewage line easement was utilized for segments
of a public trail (Interagency Committee for
Outdoor Recreation 1991).

Public utility and irrigation easements are the
most common linear land ownership pattern in
the state, and include oil and natural gas pipe-
lines, sewer lines, irrigation ditches, electrical
transmission lines, and telephone, television, and
fiber optic cable. Montana Power Company
alone owns over 2,100 miles of natural gas
transmission pipelines, and over 6,750 miles of
electric transmission lines.

Although located throughout the state, these
easements offer the potential for trails in lower
elevation foothills and valleys where the demand
for trails is the greatest but the supply is limited.
Montana law already excludes utility easements
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from road abandonment, thereby preserving
linear land ownership patterns. Although the
utility infrastructure itself (e.g., high voltage
power lines) could compromise the aesthetics and
natural qualities of the corridor, in many cases
the utility is or could be buried.

Irrigation easements, which by necessity follow
the natural contours of the land more rigorously
then roads, are perhaps the most numerous linear
land ownership patterns with the potential for use
as trails in the state. However, federal, state, and
irrigation district easements, are presently closed
to public access to protect public safety and
private property, whereas the remainder of
irrigation easements are privately owned.

The legal complexities and costs of utilizing
these types of linear corridors needs to be consid-
ered, especially since both the owner of the utility
easement and the actual land owner have a role in
management decisions. Safety and liability are
also major concerns that need to be addressed.
Additionally, easements are often granted for
only a specific use, and wouldn’t necessarily
apply to recreation.

Etisting Rosd

A substantial amount of trail-like recreation and
transportation occurs on a wide variety of exist-
ing roads. This ranges from OHV/4x4 riding,
hiking, and mountain biking on primitive roads,
to bicycling on paved streets and highways.
Sometimes traveling on the road itself is the
focus of the trip, while in other cases roads may
be used as connecting links between trail seg-
ments.

On the primitive end of the scale, the BLM has
designated a number of backcountry byways in
Montana and elsewhere that highlight exceptional
backcountry touring opportunities. Additionally,
the Forest Service manages hundreds of miles of
primitive roads in Montana, offering a wide
range of opportunities. The Forest Service has
also designated a number of roads with outstand-
ing natural, cultural, and recreational resources as
scenic byways.
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A considerable amount of bicycling occurs on
Montana’s paved roads and highways. Bicycles
are considered legitimate road vehicles and—
unlike many other states—bicycles are not
prohibited on federal highways or interstates.
According to Montana statutes “every person
operating a bicycle shall be granted all of the
rights and shall be subject to all of the duties
applicable to the driver of any other vehicle”
(MCA 61-8-602). In a number of Montana towns
and cities, bike lanes and routes have been
established along some roadways to facilitate
bike travel and improve safety.

The Montana Department of Transportation
(MDT) has published a brochure and map for
bicyclists which includes data on traffic volumes
and shoulder widths on Montana highways.
Copies are available from the MDT Bicycle and
Pedestrian Coordinator, at 1-800-714-7296 or
406-444-9273. Additional information on
Montana bicycle touring opportunities is avail-
able from Adventure Cycling Association, a non-
profit organization based in Missoula (406-721-
1776).

There are significant safety and legal issues
involved in using roads for trail-type activities.
Helmets are recommended for all OHV and bike
activities, regardless of where they occur. In
most cases, OHVs must be registered and li-
censed to legally operate on roads. A registration
decal is required for all OHV use on public roads
and lands in Montana, although the Forest
Service now has the authority to designate roads
where OHVs don’t need to be licensed. To date,
the designation of these routes has been limited.

Historic Routes and Thaily

Montana contains many historically significant
trails, including Indian trails and Euro-American
trails and railroads, as well as trails included in
the National Scenic, Historical, and Recreational
Trail System. Although some of these trails have
already been designated as part of the federal
system, others have been largely ignored or
received attention only at a local level. While not
intended as a comprehensive list, the trails
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included in this section were chosen due to their
historical significance, possibilities for historical
interpretation, and overall recreation potential.

With less then 200 years of permanent Euro-
American habitation in Montana—and Native
American history leaving in many cases a subtle
and often obscured imprint on the cultural
landscape—enjoying Montana history often
requires an appreciation of the physical landscape
as the stage upon which historical events oc-
curred. Vastness defines Montana more than any
other feature. As a result, much of state’s history
is that of travel and trails; retracing the state’s
historical trails is a good way of exploring
Montana’s history. Montana is also a scenic
state, with a wealth of natural amenities, and rich
in natural history. Many of the major historic
trail corridors pass through a landscape that
combines unique elements of both cultural and
natural history. As a result “the inseparable link
between landscape and historic resources” is
especially strong in Montana, and along
Montana’s trails (Sommer 1990).

Trails that began as game-trails evolved into foot
trails used by prehistoric hunter gatherers, then
horseback trails used by historic Indian tribes,
then Euro-American trapper and trader trails,
military and civilian wagon roads, and finally
railroads and automobile roads. In some cases,
segments of trails were abandoned during these
transitions and the landscape in the interim has
remained relatively undisturbed. Many of the
trails included in the current state trail system are
more then fifty years old and could themselves be
considered historic trails, although most have not
been researched or evaluated in a preservation
framework. Throughout Montana, important
cultural and physical features of historic trails
remain on the landscape, and could be the focus
of historical interpretation and education activi-
ties, even though only scattered portions of the
original routes may be in public ownership. It is
worth emphasizing that many segments of the
routes described below are no longer descernable
as trails.

H-z- R.t ‘

The construction of railroads in Montana began
with the Utah and Northern from Corinne Utah,
following the old Corinne Trail and reaching
Butte in 1881. The last spike of the first trans-
continental line to cross Montana—the Northern
Pacific—was driven at Gold Creek Montana in
1883, near the site of the first discovery of gold
in the state in 1852.

The construction of railroads continued in the
state into the early twentieth century, while at the
same time changes in the economy and technol-
ogy were already setting the stage for railroad
abandonment. Independently operated short-line
railroads throughout the state were abandoned or
sold to the larger railroads early in the century,
including the Butte, Anaconda, and Pacific
Railroad, the Montana Western, the Gilmore and
Pittsburgh, the Big Blackfoot, and the White
Sulphur Springs and Yellowstone Park lines.
Few traces of these historic railroads exist, the
routes they followed generally occupied by other
railroads, roads, and utility corridors. However,
in some cases remnant and relict landscape
features remain, offering the potential for histori-
cal interpretation and other trail associated
recreation.

Three historical rail lines in particular deserve
specific mention here due to their significance in
Montana history: the Butte, Anaconda, and
Pacific; the Montana “Jawbone” Railroad; and
the Milwaukee Road (see Figure IV-1).

The Butte, Anaconda, and Pacific Railroad:
The Butte, Anaconda, and Pacific Railroad
included a 31.5 mile line, built in 1894, to haul
copper from the mines in Butte to the smelter in
Anaconda. In 1912, this line became the first
railroad to electrify in the country (Taber 1960).
Closure of the smelter in 1980 and most mining
in 1983, forced the line to close in 1984. Re-
formed as the Rarus Railroad in 1985, the
historic line continues to serve the Butte and
Anaconda area and is a major component of the
proposed Butte/Anaconda Historical Park.
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The Montana “Jawbone” Railroad: The
discovery of silver in the Castle mountains in
1882 prompted the formation of the Montana
Railroad Company. Construction began at the
Northern Pacific rail stop of Lombard on the
Missouri River. The line slowly snaked up
Sixteen Mile Creek Canyon and through rugged
terrain between the Belt and Bridger Ranges,
with the town of Castle its goal.

The repeal of the Sherman Silver Purchase Act in
1892 and the ensuing financial panic of 1893 led
to the decline of mining in the Castle district,
which was still waiting the arrival of a railroad to
decrease costs. By 1897 the line reached Castle,
but traffic was already tapering off and financing
was difficult: “Between the talk of Richard
Harlow to raise money and the talk to keep men
working without much pay,” the line became
known as the “Jawbone” (Baker 1990).

A series of extensions to serve central Montana
reached Harlowton in 1899 and Lewistown in
1903, finally producing profits. By 1912 the line
was incorporated into the Milwaukee Road,
which ha